I o6

RM A7

¢lis .

RESEARCH MEMORANDUM |

B e e ———
P

AN EXPERIMENTAL INVESTIGATION OF NACA SUBMERGED
AIR INLETS ON A 1/5-SCALE MODEL OF A
° FIGHTER AIRPLANE
. By
Donald E, Gault

) 7
Ames Aeronautical Laboratory gp %VJ
Moftffett Field, Calif.

mfw.id
NATIONAL ADVISORY COMMITTEE
FOR AERONAUTICS

WASHINGTON
December 5, 1947

i

RM No. A7I08 .

KN ‘g4v) AuvHElT HO3L




CH LIBRARY KAFB, NM
I H

i

WACA BM No. A7I06 dORETOENTIAL 7 g

T e —— W

NATIONAL ADVISCRY COMMITTEE FOR ABRONAUTICS

L4

RESEARCH MEMORANDUM

AN EXPERIMENTAL INVESTIGATION OF NACA SUBMERGED
AIR INIETS ON A 1/5-SCALE MODEL OF A
FIGHTER AIRPLARE

By Donald E. Gault

SUMMARY

The results of an experimental investigation of an NACA submerged-
air-inlet system on a 1/5-scale model of & fighter airplane are vre-
sented., Preliminary developmental tests were conducted to select the
optimum entrance configuration. Duct-system totel-pressure losses and
pressure distributions over the lip and ramp of thls air intake were
obtained., An estimate of the dynamic pressure recovery at the entrance
to the jet engine and critical Mach number of the inlet for the fighter
airplane is mede. It is shown that the Inlet location investigated is
unsatisfactory.

INTRODUCTION

In conjunction with the general investigation belng conducted by
the NACA on jet-engine air inlets the development of a submerged-type
inlet has been undertaken. The initial experimental work on this inlet
¢an be considered as having consisted of two interdependent phases:

(1) baslc experimental investigations which were conducted on an

isolated inlet mounted in e smell wind channel (reference 1), and

(2) wind-tunnel studies of complete submerged-inlet systems on scale
models of two suitable aircraft. The results from the second phase have
been published, in part, as reference 2, but due to the exigencies of
wertime wind-tunnel operation, the remaining data, obtelned from a
1/5-scale model of a fighter airplane, never progressed beyond preliminary
forrn. Because of the considerable interest now existing in NACA sub-
merged air inlets, the results of the 1/ S5-gcele-model investigatlon are
presented hereln,

It will be noted that the plan-form shape of the approach (ramp)
to the submerged entrance used for this investigation is not the shape
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recommended as optimum in reference 1. The submerged-air-inlet system
for the 1/5-scale model of the fighter airplane was desigmed prior to

the completlon of the first phase, and the data upon which the recom-
mendations of reference 1 are based were obtained subsequent to the wind-
tunnel investigation of this inlet spplication. The difference in ramp
nlan forms, which probably decreased the dynamic pressure recovery 2 to

6 percent in the low-inlet-velocity ratio range (Ve/V, < 0.7) in no wey
reduces the value of these data as a2 gulde for future submerged-inlet
applications,

These tests were requested by thé Bureau of Aeronsutics, Navy
Department, and conducted in the Ames 7- by 1l0-fooét wind tunnel No. 2
during the month of Janusry 1945.

SYMBOLS

The symbols used throughout the report are defined as:

01 1ift coefficient (_Li.f_‘i)
J-.pv a
2PVo
AE loss in total pressure mezsured between the free stream and the
entrance to the jet engine, pounds per square foot
AHp loss in total pressure measured between the duct entrance and
the entrance to the jet engine, pounds per square foot
AHy loss in total pressure measured between the free stream and the
duct entrance, pounds per square foot
M Mach number
Mom eritical Mach number
P] - Po
P pressure coefficlent < 3
0
he] stabtle pressure, pounds per square foot
a dynamic pressure (5pVZ), pounds per square foot
v velocity, feet per second
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Ve/ Vo inlet-velocity ratio

o model angle of attack referred to fuselage reference line
(wing has 10 incidence), degrees

o] mass density, slugs per cuble foot

where the subscripts denote conditions for

e duct entrance
o free stream
1 local conditions

The expression "percent dynamic pressure recovery® is used to
represent the term 100 [1 =(AH/qq)]. It was assumed to be independent
of Mach number ‘in estimating the dynamic pressure recovery for the
fighter airplane.

MODEL AND APPARATUS

The 1/5-scele model of the fighter airvlane used in the investi-
gation was originally constructed to similate o Jet-boosted aireraft.
However, 1t was assumed for this experimental investigation that the
conventional recivrocating engine was removed and that sufficient
power for a2ll flight conditions was furnished solely by a Westinghouse
2L-C jet engine housed in the fuselage zbaft the pilot's enclosurs.
Full-scale dimensions of the fighter airplane are given in %able I,
while figure 1l presents a three-view sketch of the girplane. A photo-
graph of the model mounted In the wind tunnel is shown 1ln figuwre 2.
The model, comnstructed of laminated mehogany on a steel fremework, was
not provided with a landing gear or empennsge. A schematic view of the
wind-tunnel test setup is glven in figure 3.

For this gpplication, twin NACA submerged entrances, symmetrical
about 2 vertical plane pessing through the longitudinal axls of the
model, were located along the sides of the fuselage. The lower wall of
the ramp was approximetely 13 inches (full scale) above the wing chord
plane with the lip of the submerged entrance situated immediately above
the Juncture of the wing leading edge with the fuselage. Each inlet
had an entrance area of 0.747 square foot (full scali? which, at
550 miles per hour and an inlet-velocity ratio of 0.60, would furnish
at 20,000 feet the regquired 35.7 vpounds per second of air to the West-
inghouse 24-0 jet engine. The air, after entering the twin submerged
inlets, was ducted directly aft until clear of the piloi'!s enclosure,

DENTIAL .
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and then turned slightly downward and inboard to join in s common channel
having an area of 3.142 square feet (full scale) at a distance 3.00 feet
(full scale) ahead of the Jet-engine compressor. Dimensionsl character-
istics and photographs of the diffuser for the 1/5-scale model are given
in figure 4., The deflectors along the ramp walls, which were found to be
necessary for meximum ram recovery in reference 1, were molded from
modeling elay to simplify meking minor modifications in their size and
shape while the model was installed in the wind tunnel.

For the investigation reported herein, the alr was drawn through the
submerged~duct system by a centrifugal pump located outside the wind-
tunnel test chamber; power for the pump was furnished by a variable-
speed electric motor. Quantity flow through the ducting system was
measured by a standard orifice located in the alir condult pipe which
connected the model to the pump. Total-pressure losses were determlned
from an integrating masnometer connected to a survey rake consisting of
33 total-head tubes located 6 inches (full scale) upstream of the entrance
to the jet-engine compressor. Pressures over the lip and ramp of the
submerged entrance were obtained from flush-type orifices located along
the center line of the entry and connected to mulitiple-tube manometers,
Tor severasl test conditions, total-head survey rszkes were placed 5 inches
(full scale) downstream of the leading edge of the lip to determine the
location and megnitude of the duct-entrance pressure losses.

To determine the efficiency of the internal ducting system, separate
bench tests were conducted with the ducts removed from the model and
large, bell-shape entrance cones attached to each inlet. Alr was drawvn
through the system by a constent-speed blower and quantity flow varied
by a butterfly-type valve located in the blower entrance. Pressure
losses and quantity flow were measured with the same rake and orifice
previously described and in a similar manner.

PROCEDURE

Prior to installing the model in the wind tunnel the efficlency of
the internal ducting system was determined. Thils information together
with entrance losses from a simlilar submerged inlet served as a guide
in the development of the duct-entrance configuration which was thought
to be the optimum for the glven installation.

Upon selection of the final submerged-inlet configuration, pressure

17he method for estimating the maximum dynamiec pressure recovery which
could be expected in the wind tunnel was ldentical to that given on
page 6 of reference 2.
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distributions over the lip end ramp, and duct-system total-pressure
losses were measured at constant inlet-velocity ratios throughout a range
of angles of attack for flaps retracted and flaps deflected 55°. The
effect of alrplane yaw on the nressure losses was also determined at
geveral inlet velocities and angles of attack. All pressures were photo-
graphically recorded. The critical Mach numbers were estimated by the
Kérmen-Tsien method outlined in reference 3.

The 1ift curve and the relationship between the 1ift coefficilent
end inlet-veloclty ratio for steady, level flight are glven in figures 5
end 6, respectively. To estimate the pressure losses and critical Mach
number of the lip and ramp throughout the lmportant speed range for the
fighter airplene, "matched" 1ift coefficients and angles of attack cor-
responding to the inlet-veloclty ratios used in thig investigation were
determined for sea level and 20,000 feet operating conditions. ¥With
this information, 1t was then possible to select the matched flight-
condition values of AH/qo and Mgp from plots of the basic wind-tunnel
data.

The inlet-veloclty ratlo was set in the wind tunnel by relating it
to the pressure drop across the stendard orifice. For inlet-velocity
ratios less then 1,60, data were obtained at a2 tunnel dynamic pressure
of L0 pounds per square foot which, based on the mean aerodynamic chord
of the model, corresnonds to & Reynolds number of apovroximately 1.4 X 108,
Limitations of the centrifugal pump necessitated a reductlon in the ve-
locity of the wind tunnel for higher inlet-veloclty ratios. Xotztion
is made where the dats presented wers ovitained at lower Reynolds numbers.

RESULTS AND DISCUSSION
Internal Ducting

Bench tests on the internal ducting system showed a total-pressure
loss of approximetely 18 percent of the duct-entrance dynamic pressure.
(See fig. 7.) Velocity distributions measured at the plane of the survey
rake (fig. 8) and a tuft study disclosed no regions of turbulent or
separated flow, and it is probable that guide vanes would not have
decreased this pressure loss apprecilably.

Preliminary Studiles

The inltial wind-tunnel tests showed greater over-all total-pressure
losses than had been expected for this installation. As a result, until
the causes for the discrepancy were discovered and the condition remedied,
the original test program to determine the characteristics of the inlet

through the flight range was btemporarily postponed,
c IAL

——
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When the efficiency of the internal ducting system was considered,
it appeared that some unknown flow conditlon was causing entrance losses
far in excess of those ordinarily obtainzble wiih a submerged inlet.
Readings from s totel-pressure survey rake (fig. 9) installed in the duct
entrance verified the abnormal nature of the losses and revealed that the
region of low energy eir wes located in the corners of the inlets nearest
the wing. Further investigation using tufis disclosed that wpwash from
the adjacent wing was effectively adding a component of flow perpendicular
to the eenter line of the ramp and distorting the normal sireamline pattern
over the submerged entrance. This distortion was noticesble along only
the lower side (i.e., the side nearest the wing) of the ramp and resulted
in seperated flow which passed downstream and into the inlet. The use
of extended deflectors (reference 1) reduced the entrance losses markedly
(fig. 9) with a consequent gain in the dynmemlc pressure recovery over
that obtained with the plain duct (fig. 10)2.

The use of deflectors for this investigation should not be considered
solely as having been a means of preventing the boundary-layer sir from
entering the inlet as explained in reference 1. Tuft studies indlcated
that the lower deflectors prevented the oblique flow over the lower corner
of the entrance and, hence, eliminated the pressure losses resulting from
seperation. Unfortunately, the height of the deflectors required to ac-
complish this was more than twice that which was recommended in reference 1.
A more forwerd inlet position., free from the influence of the wing-flow
field, would have undoubtedly permitted the use of smaller deflectors
similer to those investigated in reference 2. Kot only would the boundary-
layer thickmess have decreased, but the necessity for large lower deflectors
to prevent separstion would have been eliminated. The upper and lower
deflectors for this investigation were made identical for reasons of
symmetry only, although smaller deflectors along the upper edge of the
ramp would have been equally effective, Ordinates and details of the
final submerged-intet configuration are shown in figure 1l.

Pressure losses

The total pressure losses at the simulated entrance to the jet engine
and pressure distributions over the lip and ramp were obtained upon selection
of the finsl inlet configuration. Table II presents the total pressure
losses as a fraction of the free-siream dynamlc pressure AH/q_o for con-
stant inlet-velocity ratios throughout a range of angles of attack.

3 These dste were obtained with the pressure survey rakes installed in the
duct entrance and are shown for comparative purposes only.
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Figure 12 shows the variation at sea level and 20,000 feet of the
duct-systen total-pressure loss with airplane 1ift coefficient for the
fighter airplane as determined from thls investigation. The percent
dynanic-pressure recovery as o function of airplane velocity is presented
in figure 13 for the same conditions. It will be seen that the meximmum
dynamic-pressure recovery obtained was 83 percent for conditions
similating 550 miles per hour 2% sea level and 20,000 feet. Decreasing
the flight speed to 350 miles per hour corresponded to only = 6-percent
decrease in the recovery, but thereafter it falls off more rapidly. For
the take—off static-thrust condition when the free-stream velocity and
dynanic pressure are zero (Ve/Vy =«) approximately 33 percent of the
duct-entrance dynamic pressure was lost.

The offect of yaw on the ram recovery ls presented in figure 1. No
sudden discontinulties in the recovery for increasing angles of yaw are
indicated.

Again it should be noted that the plan-form shape of the ramp used
for this investigation is not the optimum for maxirmum dynamic-pressure
recovery. The recommendations given in reference 1 for the optimm ramp
shape are based on data obteined subsequent to the wind-tunnel tests
reported herein. As mentioned before, this difference in ramp shapes
amounts to a decrease in the ram recovery of approximately 2 to 6 percent,
depending on the inlet-veloclty ratlo.

Pressure Distribution

The pressure distributions over the lip and ramp are glven in terms
of the pressure coefficient P 1in t2blesIIIl and IV, respectlvely.
Inspection of these data will show a considersble variation In the distri-

- putions with anglu of attack. Pressures over the basle fuselsge contour
along the center line of the entry for several angles of attack (fig. 15)
demonstrate that this variation is due primarily to the location of the
inlet in the flow field of the wing. This effect on the critical Mach
number Mcp of the 1lip3® is clearly seen in figure 16.

The veriation with true airspeed of the submerged-inlet critical
Mach mumber 1s given in figure 17 for the fighter airplane as determined
from these data.

Although the decrease in Mgy from sea level to 20,000 feet
operating conditions is comparatively small, it is directly attributable
to the effect the chanse in angle of attack incurs In the velocltles

37he eritical Mach number of the ramp is not presented since, for all
conditions investigated, it was higher than that for the lip.
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superimposed over the duct entrance. For an alrplane having a higher
wing loading and operating at greater altitudes, the resulting increased
angle of attack for a given flight speed would have a more pronounced
effect in reducing Mpp. The pressure-distribution date indicate that
the critical Mach number could have been increased if the entrance had
been located 20 to 30 inches (full scale) farther forward. The assumption
is mede, however, that in moving the inlet forward the ramp would not

be placed in the field of a strong pressure gradient as existed behind the
cowl leading edge for this investigation (fig. 15). The pressure peak
over the cowl, caused by zero inflow through the cowl entrance, cannot

be considered as representative for s more streamlined nose shape which
would be incorporated on a completely Jet-propelled aircraft.

It 1s emphmsized that selection of the final duct-entrance config-
uration was based solely on considerations of maximum dynamic-pressure
recovery and critical Mach number of the lip and ramp. Fo drag evaluations
or deflector critical Mach number studles were made.

Duct-flow Instabllity

Throughout this investigation an unstable duct flow occurred at
inlet-velocity ratios less than approximately 0.45. This instability
originated with a decrease in quantity flow through one inlet and an
increase in quantity flow for the opposite inlet with no appreciable
change in the total quantity flow through the internal ducting system.
The divergence from equal flows through the twin entrles continued until
zero inflow resulted in the one duct, at which time a complete reversal
took place and the flows through the two entries equalized. The distur-
bance was cyclic and, once started, continumed until the total quantity
flow through the system was increased sufficlently to raise the average
inlet-velocity ratio above approximately 0.45. The decrease in flow
from the stable conditlon always occurred in the same inlet. No pressure
losses or pressure-distribution measurements could be measured due to
the repid fluctuetions of the liquid in the manometer tubes.

It cannot be assumed, however, that the instability would occur at
these same values of inlet-velocity ratio on the fighter airplene. The
unstable regime is & function of the losses in the internal ducting
system, and differences in fabrication, even between individual production-
line aircraft, would conseguently cause small variations in the value of
the inlet-velocity ratio at which lnstebillty commenced. Mechanlecal
methods of eliminating this conditlon are dilsoussed 1in reference 2.
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CORCLUSIONS

The results of a wind-tunnel investigation of an NACA submerged-
air-inlet system on 2 1/5-scale model of a fighter airplane indicate
that:

1. The location of the duet entrance was unsatisfactory due to its
position in reference to the wing.

2. A submerged inlet should not be placed on a surface where flow
oblique to the center line of the ramp will occur.

3. A submerged inlet should not be placed on a surface where high
incremental velocities will be superimposed over the ramp and lip,

Anmes Aeronsutical Laboratory,
National Advisory Committee for Aeronsuties,
Moffett Fleld, Calif.
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TABLE I
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DIMENSIONS OF THE FIGHTER AIRPLANE

Alirplane, general .
Over-all span « « « +» « .

Over-all length . . . . . . . . .
Over-all height (at rest) . . . .
we ight [ ) . . L] L d [ ] [ J L ] L] * L d L] [ ]

Wing
Airfoil section

ROOt O e & o s 8 *® ® & o o .
Tip e o o o o+ o * o ¢ s s e .

Total area
Chord

Root L L] * * L] L] L - L) - * . . L

Tip ® L] . * L] L] L) . - L] L] L] . .
Mean aserodynamic chord . « « « &

Dihedral angle of chord plane

Gen‘berpanel..‘. e o o o & o o
Outer Panels « o« o o o o o o o »

e o s o

. b0 £%, 0 in.
30 £, 1/h4 in,
. 13 £%, 8 in,
.. . 84001

. » NACA 655-117(a=1.0)
. « KNACA 655-115(2=0.5)

Incidence (with respect to fuselage reference line)

Flaps
Type L ] L * L] L] - * - L] L] > [ ] L] L

Span

Imer « & 5 & & 2 e B e o o &
Outer * o o & *® o & o o o & »

ChOrd * & 9 ¢ & @ ° ¢ &+ & o e =

Total 8T68 v o o o o o o o o » o

L L . . . * * L ] L4

Erlgine s ® e ¢ *« o e s o e B & ° o * e o & e o

Rating L] . . . . . L] . . . L] . . * L e L

275 sq %

e 112 in,
. 56 in.
87.55 in.

.

.

.

o
[o]

Douglas retractable deflecting slot

L £t, 6-1/2 in,
L £t, 8-1/2 in.

0.25 wing chord

. e 30.25 8q ft
Westinghouse 24-C
3000 1b stetic thrust at

sea level (12,000 rpm)

NATIONAL ADVISORY
COMMITTEE FOR AZRONAUTICS.
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TARLE II
DUCT-SYSTEM TOTAL-FRESSURE LOSSES FOR THE 1/5-SCALE MODEL
OF THE FIGHTER AIRPLANE EQUIPFFD WITH
NACA SUBMERGED AIR INLETS
Flaps Retracted
Total Pressure Loss, AH/q,
a -3076 —2.68 -1.60 -0.49 0061 l.?l 2.80 3.% 6.07 9.31
Ve/Vo
0.5 0.157| 0.168| 0.172| 0.193{0.209| = = | = = | = = | = = | = =
0.6 JA71) .163| .163] .173| 178) 183 - - | == | == | - =
c.8 1791 .178 .178 .1881 194t ,188) .,189| m = | = = | = =
1.0 - - 2151 2191 .230] .231| .240] .236] .236) - - | = -
1.2 e | == .2nnl| .280] .202| .301| .293| .290] .285| - -
1.4 - - - - - 3771 .372| .372| .370| .374| .393| .374
1.6 - - - -- - = | J4B0| .uB6| 488} .488| .498| Lok
2.0 S oo a- | o= - - | 7st] 752|760 L7uk| L7h9
2.5 el o] e [Taa | a2 | == {1.223(1.203[1.179 |1.195
Flaps Deflected 55°

o |=4.60 |-2.55 |-0.33 | 1.90 [L.10 |6.23 |8.44 |10.65

Ve/V, :
2.5 1.161 | 1.173 ¢ 1.195 | 1.236|1.257 | 1.226{ 1.195 | 1.161
3.0 1.663 | 1,696 | 1.794 | 1.87841.857 | 1.917} 1.857 | 1.758
3.5 2.049 | 2,088 | 2,148 | 2.290 | 2.358 | 2.358| 2.300 | 2.279
L.o 2,660 | 2.773 | 2.870 | 2.973| 3.0742.998| 2,915 | 2,915

ey
G e

NATIONAL ADVISORY
COMMITTEE FOR AERONAUTICS.
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PRESSURE DISTRIHUTICN OVER TEE LIP OF THE NACA SURMERGED ATR IRLEY
ON THE 1/5-SCALE MODEL OF THE FIGHTER AJRPLANE

Vo/Vg = 0460

Pressure Coefficient, P

e,

23,80 [22,50

25+30 ’ze.ao

3914NQ Ry

e

g\

2,68 0.534| 0,489] 0.692| 0,682} 0a587|=0s127f =0,494 |~00d38 |=01473|=0+465] ~0.382 [~0e57TL [=0eT21 | ~0.3C0 {0,204
~1,80 o519 483 .692] .687| .667] =.198] =o595| =.E09| =o550] =¢545| ~.458| =443 = 302 o361 -.254
-d9 .408| B3| .682] 677 .m'z--.lm ~e616{ =530} ~e500] =u595| ~o514] -o489] ~.453] -.412 | ~.300)
) | 468] .422| 687 882 J667| ~e178| ~u646] =o576] =o8636] «u656] ~o800] waB78] -.E24) -.488] -.356
2,80 e465] o407] o687| o677| o667| =1B8| =u733] =o867] =eTEE] =.799] =+738{ =272B| =4667] -+626] ~.483
g.07 AT3] o392 692 .687] .677] ~.142] <.799] «a785| =s911]| =.067| «e062]| «,9M1] =850] -+B14]| -.646]
Vo/Vo w 0:80

2,08 +263] ,182] .076[ &197] J750| o354] =e111] «oX37| =s273| ~.354] -o339{ -.349] -.524| -.319)| -.22
~1.50 o275 «IST{ 081! +223] o770] #3085 —el77| =u238] =o328] =,41C] =880; ~385{ =.375| =.385| =.258
-4 W255| J187| JOB1| J187] o744 o308] <o213| =273| =s375| «o466] -o850] «o486| =2a55| =e425| o304
<8l «235| 137 L010] 1821 J719| o304 -e243] -e314| «.425| ~o552| < B526| wo648] =.516] =e496| =.365;
2.80 o244 | ,112] wo041| 08T «672] <326 ~e286] ~e372| —+509| wo852| -4662] =4887; ~o666] ~4651| =488
€.07 244 o041} =e163]| «a078] o458] o438 =e265] ~e417| =4600| =oB19| -4BE6| =+886| =.BL0] o794 | =4838

NATIONAL ADVISORY
CORMTTEE FOR AERONAUTICS
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TAHE JI1I.~ Conoluded

Vo/Vp = 1.00
Fressure Coefficient, P
N Bta Inside j'::g. Outside
o 22,80 |22,30 {22,056 [21.95 |21.8% J?l.so 21.88 121.95 22,05 Lz.ao La.ao Jas.zo 24,30 |26.30 |26.30
21,60 | —oD1| oo260| o508 —.d02| .24 TEAZ] GB14] 2020| o11Z] me280| <u326] —eBOL| oe358| —e356] -.248
e 1 =y 002| =o300] = 554] =448 .208| .712| .1 o010 1=1a65 | =o336] =,387| =428 =.428] ~.428] =-.305
o8l ~0102] o346 «.610] =.50B] 142 | 72B| J163] O | =.188) =.392{ -.468] ~o504| =.499] -.489| -.3568
2,80 =o107] =o36Ll| =oB72| =e580] =e494 | o738| o132] (006 | ~e265| wed04| =o580] ~4631] «a6351| =uB20] w=e468
8407 ~o102| =a346] =oB50| ~eT04| =o505 | oBld| o163] =gl0B| =e328; ~+638] ~TE5{ =+814| ~o804| «2774| =oBl5
9,31 «e117| =382(=3,108[=1e170] =u820 { o92)| +266| =o102| =o3TT| =e774] =4931i{=1,003| =, 977| =042} =.768
Vy /¥, =1.20
-1,60 ~o504{ =o7BB[=1,262{=LeZ66] =e575 | o342} o529| o260| o002] =eld2| =244 { —o305| =.521{ =a326! =234
49 =o610] =.765|=1.295]=142085] ~o626 | 946} o468] o218 o048 =e203]| =u321| =o387! «od02 ]| =402 -4296
.61 «e530] =oTT4|wleBtd|=leBta] ~o697 | 40368] o468 o194 005| =eZB0| ~e582 | =o462| =o475| =o463! o351
2.80 =e560] =e799]w1lo4BLjwlo401] =o951 ] LOB2] o468] o178] ~aO41] «,346] wed89| wob24| =o540| =o540| =a448
6.07 ~o540| o784 <LoT00{=1a761 |=14400 | +002] o489 o165 =al02| =489 =e682| =.778| ~oTB9 | =4768] -.560
9.31 ceb84| =e916)-2,118[ 2,224 (22,127 [1.000f o576 o158 meld3| =o631] weB8E| =972 | «2988 | =562 | =a774

NATIONAL ADVISORY
COMMITTEE FOR AERONAUTICS
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TABLE IV
PRESSURE DISTRIBUTIOR OVER THE RANP OF THE HACA SUBMERGED AIR INLET O TER
1/5-SCALE ¥CDEL OF THE FIGHTER AIRPLAWE

Pressure Coefficlent, P

it

‘\ta. 11.20 |12.25 |13.25 |14.25 [15.25 | 16.25 | 17.25 | 18.25 | 19.25 | 20.25 | 21.25 | 22.25
a
~2.68 | ~£.311|-0.188 | ~0.163 | ~0.137 | ~0.112| -0.092| -0.015| 0.087| 0.239| 0.417| 0.545| 0.575
-A11| -,199 | -.173 | -8 | 132 112 086 L0856 .2191 .wo2| .530| .570
=305 =204 «178 | -.158 | -1481 «.132| -.071| ~.031 193 377 H991 .
326 | ~.228 | -.209 | -.188| ~.178| «,173| -.112| -.010 .158 .351 273 51k
<354} ~.266 | -.251 240 | -.280| -.2b0| -.184| -.082 .102 .322 s .512
= A3 | =327 | -322 | 327 | =338 -.353| -.292| -.197| -.005] .272 | .A418) .489
To/V, ™ 0.80
-2.68 ~a309 | ~.292 | -.172 | 147 | =137 | -.116| -.076 Oh6 1 167 314 L0 | 400
~1.60 -309 | -.203 | 172 | -157 | -2 -.127| -.081| .oz0| .192| .2 430 .395
- Jh9 -309 | =213 | =392 | <167 =162 =152 =011 -.010 ,116 273 05 .380
61 -3 | -223 | ~.203 | =192 -.187| -.187 | ~152| -.056| .081| .2u3| .3%0| .370
2.80 346 | -.265 | -.254 | ~.2Bb | 2540 -.260| -.219) -.222( .00 | .19k | .366| .366
6.07 =12 | w326 | <331 | =331 | <351 | =372 ~.331| ~e2hk | -.107 .107 321 351
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TABLE IV.~ Concluded

[VQ/TO = 1,00]

Pressure Coefficlant, P \

ta. [11.20 |12.25 |13.25 |14.25 |15,25 |16.25 |17.25 |[18.25 |19.25 |20.25 |21.25 | 22.25

-1.60 -.311| -.205| -.175| -.160 | -, 150 | -.250| -.100 | -.030| .08 | .190! .271| .14

249 -319| -.218| -.198| -.187 | -.182| =182 -.142 | -. 07 .06 162 243 11

MOl | w326 | -.23% | 218 | -,209 | -.209 | -.214 | -,183 | -.117 .005 .127 224 .102

80 | -.355| -.268 | ~.258 | -~.258 | ~.263| .279| .243 | -.177| -.086| .081| .203| .lol

nANCIUR

07 | =S| =329 | wu33 | <u339 | =355 | -390 | —.389 | 294 | -.167 | .015| .157] .086

P

Ty

4 0 L7
515 -t 7 - NLL - e -t )i

hno Jioary hen hnh Z2hn han anl: A hhL ~n
bl Lo dran g - U - M7 -y HYL Rl o 4 -y LAy «\UyO +U0OY/

Vo/Vo = 1.20

-1.60 ~3l | —.203 | -.182 | ~.167 | =152 | -062 | -127 | ~072 | .020| .086| .081| -.187

- A9 =321 | —.224 [ 204 | =193 | -,193 | -.299 | -.173 | =.117 | =-.020 .051 L0601 | -,199

£ nAre

nnn nras ah/ et aAne ~pe

.61 =e3RT | =e@37 | =eR22 | =uR12 | =217 | =e232 | =207 | =140 | =.055 .025 L0535 | =.207

i _2_.80 -.3_5_l+ -.268 -.258 | -.258 __.:._2_68 —-29% | -,268 | -.218 | -.117 | ~.030 005 | -.233

6.07 =417 | —314 | ~346 | -.356 | -.382 ”-'.412 392 [ -3 | =289 | 132 | .ok | -.234

9.31 -—.517 —.LI'BLI' -0439 —.470 -.517 —-5?4 "'-5’"’8 '—-502 -."I'lll' ".274 -.11’4' -.258 )

MNATIONAL ADVISORY
COMMITTEE FOR AERONAUTICS.

GOILY *ON WH VOVM

A~

s e —

GT




NACA RM No. A7106 ' Fig. 1
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FIGURE |.-GENERAL ARRANGEMENT OF THE FIGHTER
AIRPLANE EQUIPPED WITH NACA SUBMERGED

AlIR INLETS. IE— NFIDENTIAL



NACA RM No. A71I06 Fig. 2

Figure 2.— The l/5—scale model of the fighter alrplane equipped with
RACA submerged elr inlets installed in the Ames T— by 10—Foot wind—
tunnel No. 2.
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NACA RM No. A7106 Fig. 4
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Figure 4.~ Dimensional Characteristice of the internal—ducting system -
to the stimulated face of the Jet—~engine compressor for the 1/5—
scale model of the Tighter alrplene equipped with submerged ducts.



NACA RM No. A7106 Fig. 5
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FIGURE 7 .-VARIATION OF THE INTERNAL-DUCTING LOSSES WITH DUCT -
ENTRANCE DYNAMIC PRESSURE FOR THE I/5——SCALE MODEL OF THE
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Fig. 8 NACA RM No. A7106
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A7106

Fig. 10 NACA RM No.
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Fig. 12 i NACA RM No. A7106
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NACA RM No. A7106 Fig. 13
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Fig. 14 NACA RM No. A7106
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Fig. 16 NACA RM No. A7106
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NACA RM No. AT7106 Fig. 17
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